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NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS- 



TECHNICAL MEMORANDUM NO- 297. 

ROYAL AERO CLUB LIGHT AEROPLANE COMPETITION.* 
By J. S. Buchanan. 

I am indebted to the Air Ministry for permission to use the 
material contained in the various official reports dealing v/ith this 
subject, and I wish to say that the views expressed in this paper 
are my own personal views and do not in any Tiray represent the offi- 
cial view of the Air Ministry, nor indicate the policy to be pursued*. 

I am also indebted to the makers of the aircraft for supplying 
information in such detail and for permission to make use of this 
information* 

In dealing with a paper of this description, it is appropriate 
that some reference should be made to the origin of the light aero- 
plane, and for this^ reason I have begun with a short outline of the 
inception and development of a type of aircraft which may have an 
important effect on the future of aviation. 

The success achieved in Germany in gliding with aeroplanes with- 
out a power unit during the years 1921-22 aroused great interest in 
this country and led to extravagant statements being made as to the 
future of this type of aviation* 

The "Daily Mail" offered a considerable prize for a competition 
between aircraft of this type, and trials were carried out, under 
the control of the Royal Aero Club, at Itford, in September, 1922, 
♦Paper read before the Royal Aeronautical Society, October 30, 1924. 
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A consideratle measure of success was achieved in gliding on the 
ridge at parts where the up-current s of air provided the power re- 
quired to overcome the force of gravity • As is well knovm, the prize 
was won by 11. l.Ianeyrol on a Peyret glider. 

Immediately following these tests, about October, 1922, Mr* 
Manning of the English Electric Company put forward to the Air Min- 
istry a proposal to construct a small aeroplane fitted v/ith a 3^ HP 
A'B-C* engine. A contract vras made, and one aeroplane was designed 
and built by this firm. This was flown successfully by Squadron 
Leader '."/right in April, 1923. While it v;as clear from consideration 
of the aerodynamics of the design that an aeroplane of this type 
would fly satisfactorily, it was considered doubtful if there would 
be sufficient power to get off the ground without external aid. Ar- 
rangements v;ere made for catapulting if this fear proved well found- 
ed • As events turned out, the initial flights showed that there was 
sufficient power available to enable the aeroplane to take off even 
in a calm. 

About December, 1922, Major Gnosspelius and Mr. Lancaster-Parker 
commenced the design of the Gull aeroplane, Y/hich was fitted with a 
750 cc Blackburn engine. This type was novel' in its design, and fol- 
lowed the lines indicated by the model tests carried out by the de- 
signer at Rochester, using the pendulum method. 

Early in 1923, the Duke of Sutherland, then Under-Secretary of 
State for Air, offered a prize of £500 for a competition betv/een 
light aeroplanes, as they had now come to be called, to be held, to* 
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ward the end of 1923, v/ith engines not exceeding 750 cc capacity. 

The "Daily Mail" again came forward and offered £1000 for the 
sane purpose. The conduct of the competition was undertaken lay the 
Royal Aero Club. Further prizes vexe subsequently offered for relia- 
bility, altitude and speed tests. 

The vie?; held by even the most competent technical opinion on 
the possibilities of this type of aircraft is indicated by the great 
care which ms taken to select a suitable site for this competition. 
Finally, Lympne Aerodrome was selected, and the selection was certain* 
ly influenced toy the presence of a ridge of hills near the aerodrome 
which would facilitate gliding on up-currents and assist flight* No 
doutot competitors obtained considerable assistance from such currents* 

The competition was held in October, 1923. An extract of the 
conditions of the tests is given in Appendix I. 

Table I gives a list of the aeroplanes v/hich appeared at Lympne 
for these competitions and gives their general aerodynamic character- 
istic as well as the performance measured during the tests. Table II 
is a summary of the detail weights of each type of aircraft, so far 
as I have been able to obtain these in the time at my disposal. I 
have endeavored to make these as accurate as possible, but it is al- 
ways a matter of great difficulty to get such figures reduced to a 
truly comparative basis. They are about as accurate as any other com- 
parative weight schedule. • 

The engines used were motor-bicycle engines not designed for 
aircraft use, and while many detailed troubles were experienced, the 
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engines, on the v/hole, ran very well* 

In general, the most reliable power units were those in which 
the propeller was driven directly off the crankshaft. In those cases 
where a chain drive was used, the drive gave considerable trouble, 
and prevented any reasonable comparison being rmde of the relative 
efficiency of geared and ungeared drives for the propeller* 

The Sargant engine, fitted to the Peyret and the Poncelet mono- 
planes, had a 2^ : 1 helical spur gear drive to the propeller, but 
the amount of flying done by this engine was insufficient to furnish 
a real test of its relative efficiency. 

The loading per HP varied from 17.7 to 60, but the majority of 
the types were in the neighborhood of 30-35 lb. per HP; these figures 
are approximate only, since the available information with regard to 
engine power and R.P.M. actually used was scanty. Generally speak- 
ing, it might be said that the HP loading of 30-35 lb. per HP gave 
sufficient power for reasonable flight with the wing loading employed. 

From the number ani character of the forced landings which took 
place during this competition it would appear that lighter-loaded 
types - that is, types with a wing loading of about 4 lb. per sq»f t- - 
could make a forced landing in a restricted area at least as easily 
as aeroplanes with a larger reserve of power* 

Of the fifteen aircraft flown, only three were biplanes, and 
these were seriously handicapped by engine trouble during the; 
whole week- For this reason it is difficult to estimate the compar- 
ative merits of monoplanes with biplanes in the air for this class 



N*A*C*A* Technical l^emorandiim No. 297 5 

of aircraft. Both types were quite satisfactory in the air. 

From a constructional point of view the majority of the air- 
craft had been carefully designed, and while it is true that the 
scantlings of the parts v/ere rather fine, no trouble in this direc- 
tion was revealed during the week«s flying. At the same time, it 
must be admitted that in the majority of cases the size of tiie mem* 
bers was unsuitable for any sort of rough handling. 

As regards the wings, the great range of aerofoil sections used 
showed that there was a considerable divergence of opinion on the 
best type of aerofoil for this type of aircraft. The figures avail- 
able from the tests do not show that any particular type of aero- 
foil was irarkedly superior to any other. Various wing arrangements 
were employed and various methods of spar construction, but there 
was no radical departure from what is considered standard practice. 

Three-ply was largely used in the construction of fuselages, 
even in some cases to the extent of using three-ply gusset plates 
in place of the usual metal fittings. 

On the. whole, the landing gears could not be considered satis- 
factory, with the exception of the D.H.53 "Viget" and possibly the 
Parnall "Pixie." The undercarriage of the "Pixie" was of a novel 
type, and depended for its shock-absorbing capacity on the resili- 
ence of the axle and the tubular struts. Experience over this past 
year has shown that this type of undercarriage gives reasonable 
service. It was apparent that small wheels inside the fuselage 
were not suitable for general work, particularly as it involved a 
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small angle on the ground, and therefore a long run to get off and 
land, as v;ell as rendering the fuselage liable to accidental damage- 
On some machines larger wheels were fitted, and these in general 
were the more sat isf actor 

V/ith regard to the control surfaces, it was to be expected that 
these would be proportionately larger than those in common use on 
ordinaty aircraft, bearing in mind the slow flying speeds of these 
light aeroplanes, and the experience at Itford on gliders the pre- 
ceding year. 

Some of the aeroplanes taking part in this trial were purchased 
by the Air Ministry. So far only three of these have been tested at 
Martlesham, and the results of these tests are given in brackets in 
Table I. Further tyoes are still to be delivered* 

In addition to this, six ox the D*H.53 type were purchased and 
sent to various R.A-F. units for general test. These have been 
flown by a large number of R.A-F% officers and are standing up to 
ordinary service use in a satisfactory manner- The 750 cc ''Black- 
burn" is fitted to these aeroplanes* 

It is difficult to assess the results of this competition- It 
can be said at once that there was nothing in any of the aeroplanes 
which could be called new, either structurally or aBrodynamically. 
On the other hand, the aeroplanes exceeded expectations in perform- 
ance, as will be seen from the figures in Table I. They got off the 
ground easily and flew comfortably at 30-35 lb. per HP, and in one 
case at 60 lb. per HP. In my opinion these results can be attribut- 
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ed only to clean design and to the preatest care of the details of 

construction* The aerodynamic efficiencies of these aircraft are 
high, and I regret that sufficient test information is not yet avail- 
able to pcive exact fif?ures on this point. One of the types tested 
(the Gull) has an efficiency KL/KD of about 14 to 1, and it is 
possible that some of the others may have higher efficiencies. 
This compares very favorably r/ith the efficiencies KL/Kd of mil- 
itary and civil types which are of the order of 5/l to 8/l- 

One factor vrtiich may contribute to this improved efficiency is 
that the engine exerts very rnach less influence on the design than 
is the case with what we may call normal aircraft • You will see from 
Table II that the power unit percentage is small, but further than 
that the engine is of such a size as to fit easily into any fuselage 
capable of accommodating a man* For this reason, as well as the ab- 
sence of extraneous equipment, a clean fuselage line is possible. 

At the close of the tests the Under-Secretary of State for Air 
announced that the Air liinistry would offer a substantial prize for 
a two-seater dual control aeroplane to be competed for in 1924« 
After some discussion, the size of the engine was fixed at a maximum 
value of 1100 cc volume st/ept. There was, and there still is, coii- 
siderable divergence of opinion as to the size of engine required 
for this type of aeroplane, but it \7as felt that an engine of this 
size would give a satisfactory performance when fitted to an aero- 
plane for competition purpose s« 

It was considered that the experience of the 1923 tests had 
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shown that petrol consumption was relatively a small propcrtjon of 
operational costs, and for this reason it was decided not to intro- 
duce a petrol consumption test in the next year's competition.. 

The main object of the new competition was to produce a dual 
control light aeroplane suitable for use by both official and un- 
official bodies, and to ascertain to what extent the cost of flying 
could be reduced. The rules were therefore framed round the follow- 
ing features: 

1. . Speed range. 

2. Distance to get off and land. 

3. Reliability. 

Each aeroplane, prior to the competition, was required to dem- 
onstrate that it was in fact a dual control aeroplane and could be 
flown from either seat^ An extract of the conditions of the compe- 
tition is attached as Appendix II. 

The Royal Aero Club again consented to organi?;e and carry out 
this competition, and Lympne Aerodrome was selected as the site. 

The competition commenced on September 27, 1924. In all, nine- 
teen entries were received and fifteen aeroplanes were presented to 
the judges at 10 a.m. on September 27. The aeroplanes had to pass 
the eliminating test, which included a dismantling and housing 
test, as well as a dual control test, before 6 p.m. on September 
28, and the competition proper opened on September 29. 

It was at once evident that the time allowed to the engine 
manufacturers to develop the engines had been insufficient, and 
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only eight out of the fifteen aeroplanes presented to the judges 
finally passed into the competition proper. A list of the en- 
trants, together 77ith their recorded performances, v;ill be found in 
Table III. 

Table II also gives such details as I have been able to collect 
of the coiTiponent weights of the types* 

The results of the tests again exceeded expectations* 

The maximum recorded speed was 79 M.P.H. (Beardmore) and the 
minimum recorded speed was 37.22 l:.P.H. (Parnall). The Beardmore 
had a speed range of approximately 2/l, which is a notable per- 
formance for the weight/HP ratio (26.8) of the aeroplane- 

The length of run to take off and the length of run to pull up 
were distinctly good, and compare favorably with similar figures 
for normal aircraft, of half the weight/HP ratio. 

Table 17 is a summary of the results of the tests carried out 
at Martlesham Heath as part of the competition for commercial aero- 
planes in 1920. These figures call for little comment, and are 
reasonably comparable as the ueather conditions were similar. 

The general impression of pilots was that the performance and 
feel of the aeroplanes were satisfactory, but in all cases it was 
considered that more power was required to secure a better rate of 
climb. 

This last competition, more than any other, demonstrated the 
safety of these light aeroplanes in a forced landing. Statistics 
for normal aircraft show that one forced landing in every four re- 
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suits in some damage to the aircraft. It has not been possible to 
give the number of forced landings which took place during the last 
trials, but in only one case was any damage done to the aeroplane. 
My own estimate of the number of forced landings is between forty 
and fifty. The facility with which the light aeroplanes could get 
into a field and get off from the same field again was quite re- 
mar kable« 

Turning to the structural design of the aircraft, the general 
remarks made earlier in this paper on the structure of the 1923 
light aeroplanes apply equally to the aeroplanes of 1924 with some 
notable exceptions. The undercarriages fitted to most aeroplanes 
v/ere distinctly superior to those fitted on the single-seater types- 
The get-off and landing tests, I do not doubt, were responsible for 
this. The "Satalite" and "Avis" are fitted with a form of Oleo un- 
dercarriage and the results obtained from these were entirely satis- 
factory. The V/estland was fitted with an undercarriage with a steel 
spring return and a ferrodo lined tube to absorb energy. The Bristol 
Company entered one aeroplane with a complete all-metal structure. 
The production of an aeroplane of this size in metal is a distinct 
achievement, and it is of interest to note that this aeroplane won 
the second Air Ministry as well as the Duke of Sutherland's prize. 
How far it will be possible to produce such a structure on a com- 
mercial basis is a matter of conjecture- My own personal view is 
that it would be a matter of extreme difficulty to produce such an 
aeroplane at a reasonable price* 
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It is of interest to note that nine biplanes were presented to 
the judges as against six monoplanes, shovrinj that designers in this 
country as a whole consider that fox all-round suitability • that is, 
for performance and robustness in handling - the biplane is the su- 
perior type. 

It is difficult from the results of the competition to sort out 
the relative aerodynamic efficiencies and performances of the two 
types. Monoplanes won the principal prizes. The reliability prize 
and the second prize for taking off and landing were won by biplanes, 
so that so far as actual prizes were concerned the monoplanes were 
easily first* The actual results, however, were so much affected by 
engine difficulties that the above comparison is of very little tech- 
nical value and is distinctly unfair to the biplane. Many of the 
aeroplanes were unable to finish the ten laps of the speed test, and 
for that reason were awarded no marks for speed range. All of them, 
however, were able to finish one lap of the high-speed course,( the 
figures are given in Table III), and if this measurement is taken as 
a basis of v/orking, there is a considerable difference in the rela- 
tive positions^ The Beardmore monoplane is still first. Immediately 
behind is the Hawker biplane (A.B-CO- The third is the Bristol mon- 
oplane^ and following that the Hawker biplane (Anzani), followed 
again by the Parnall biplane. Even these^ however, are not entirely 
rid of engine trouble, as it is known that some of these aeroplanes 
could have done better in their relative performances if the engines 
had not given trouble. It does indicate, however, that for the pur- 
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poses of the competition there is little to choose between the best 
monoplane and the best biplane, with the balance in favor of the 
monoplane • 

The tests v/ere carried out in very fortunate weather- The tak- 
ing off, landing and slow- speed tests were carried out in weather 
conditions which amounted to a flat calm for all practical purposes* 

I attach a table (Table V) showing the wind readings taken dur- 
ing the week in the middle of the aerodrome about 8 feet from the 
ground, and better conditions than these are rarely found in this 
country* 

The competition was of considerable interest from an engine 
standpoint. As a result, it is possible to make a fair estimate of 
the power required for aircraft of this type* During the week a 
large number of engine failures were reported and a general impres- 
sion was that engines were unsatisfactory, whereas closer investi- 
gation shows that they were, in fact, doing well under the circum- 
stances and that many of the troubles experienced were due to over- 
loading. From the type tests of the "Cherub" engine, the normal 
power should be 25.5 HP at 2500 revolutions, and the "Blackburn" 
27 HP at 2700 R*P.M. In every case these speeds were exceeded, and 
the aeroplanes were flown in most cases with the engines giving 
more than the maximum^ permissible R.P.M. Under these conditions it 
is not astonishing that a large number of failures were experienced. 

I think it is clear from the results of the competition that 
more power is required and that engine speeds should be kept down 
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if reliability is to be attained. 

Once again the geared type of engine failed to keep in the air, 
and although the aerodynamic advantage of the ereared type is certain, 
it would appear that considerations of engine design preclude its 
use. That is most regrettable, as it puts an important limit to en- 
gine speed and has the effect of increasing engine size still further. 

Conclusions ^ 

Having put on record the facts as they have been ascertained by 
this series of competitions, it is of considerable interest to review 
the position now, with a view to considering what steps are desirable 
for the future development of this type of aircraft- 

The main object of these competitions was to make flying cheap 
and safe, and thus to popularize it to the extent of making it part 
of our national life. 

You will observe that a start wa§ made from the beginning with 
the glider and progressive tests have been carried out with the sin- 
gle-seater light aeroplane and the two-seater dual control type* 
From these experiments v/e have learned the HP necessary to give a 
reasonable performance for each of these types. In the case of the 
single-seater it is apparent that 15-18 HP is adequate for reasonable 
performance. In the case of the t^o-seater, it is clear that some- 
where near 40 HP is required. Hitherto the aircraft designer has 
been dependent entirely on the engine designer, and aircraft design 
has progressed more by virtue of increased power than by increased 
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aerodynamic efficiency* In the light aeroplane this position is be- 
ing reversed, and the aircraft designer has now put formrd his best 
efforts in order to obtain a maximum aerodynamic efficiency with a 
minimum structure V7eight, consistent ^;;ith strength and robustness, 
if the light aeroplane is ever to become a factor in aviation* 

A glance at the table of weight schedules both for 1923 and 
1924 shows that the structure v^eights of these aeroplanes axe rela- 
tively high% The average figure appears to be 44 per cent for the 
single-seaters and 42 per cent for the two-seaters, as compared with 
a corresponding figure of about 32 per cent to 33 per cent for larger 
types of aircraft, with the same factor of safety. The figures for 
a Bristol Fighter are attached at the erjcL of the table to give an ap- 
proximate comparison. 

It will be noticed also that the average load carried amounts to 
37 per cent in the case of the single-seaters and 41 per cent in the 
case of the two-seaters of the total as against a figure of 25 per 
cent to 30 per cent for normal aircraft. Some of this difference is 
accounted for by the small amount of petrol carried by the light 
aeroplane. A further notable feature is the low value of the power 
unit weight* That again is affected by the quantity of petrol which 
is included in this item. It would appear, however, that there is 
some margin for improvement in the structure weight by the adoption 
of new methods of construction and new materials. Hitherto these 
aeroplanes have been designed on established methods and with stand- 
ardized materials, and it is possible that a reconsideration of these 
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factors would lead to improvement- The figures for the Hawker aero- 
planes indicate what can be done by painstaking design and close at- 
tention to details* 

It is also clear that the aeroplanes as tested at these competi- 
tions were not cheap to build, but on the other hand no effort has 
been made to manufacture them, because there is no market in which to 
sell thern^ Unless both first costs and running costs are kept down, 
the market will be a restricted one. 

The matter of petrol consumption must not be lost sight of» In 
the 1923 competition a consumption of 87 miles per gallon was attained 
In the 1924 competition, so far as I can ascertain, the average con- 
sumption was of the order of 30 miles per gallon, arid it is im- 
portant that v/e do not, in our desire to provide plenty of power, in- 
crease this petrol consumption until it becomes, oroe again, an im- 
portant factor in the operation of these light aeropla,nes* 

Although a great deal of work has been done during the past 
three years towards the solution of the problem of supplying the 
cheap and safe aeroplane, a great deal rr.ore has to be done, and every 
care should be exercised that in correcting the defects which have 
been discovered by these competitions we do not sacrifice the impor- 
tant assets which the aeroplanes already possess* 

It will be seen that in all these tests and discussions the 
question of a small seaplane has not been considered- I would suggest 
that there is ample scope for such development in this country, where 
suitable waters are numerous and where a considerable proportion of 
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the youth of the country are interested in matters concerxiing the 
sea. A step up in enp;ine size is inevitable for the small seaplane, 
but I believe that a suitable aircraft could be made with an 1100 cc 
engine* 

I wish to apologize for my very rough analysis of the data. Ow- 
ing to the short time available the paper had to be written while 
the data wa.s being collected, and there was not time to make a close 
survey of the figures* 

Appendix I , 

Motor Glider Comioetition at Lympne Aerodrome. October 8-15, 1925> 
Organi zation 

The Competition will be conducted by the Royal Aero Club* 
Motor Glider 

The Competitions are open to any heavier-than-air machine with 
engine, the total piston displacement of which does not exceed 750 
cc* The Royal i^ero Club reserves to itself the rip:ht to check the 
piston displacement of any engine taking part in the Competitions* 
Any additional motive power produced by the personal exertions of 
the occupants during flight is allowed. The machine nTast not be 
supported either wholly or in part by any gas which is lighter than 
air. 

Competitors may use any launching device provided by themselves. 
Pilot s 

The weight of the pilot must be made up to a minimum of 168 lb% 
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All pilots must be weighed prior to the start of the Competi- 
tions. Pilots under the minimum of 168 lb- must carry the addition- 
al weight necessary to make them up to this weight, and this will 
be checked before and after each flight. 
TransT3ort 

competitors must demonstrate to the Officials that the machine 
is capable of being transported on the ground a distance of one 
mile by not more than two persons without the use of any extraneous 
tackle within a period not exceedinp; three hours. The selected 
course for this test will include the getting out of a field through 
an ordinary gateway, 10 ft. wide, and proceeding along a 15 ft* 
road, occupying not more than half the v/idth of the road. 

Machines may be presented to the Officials for the Transport 
Test from 10 a.m. on Saturday, October 6, 1923. 

Machines must be presented to the Officials fully erected. 

Any time occupied in dismantling will be included in the three 
hours allowed for the Transport Test* 

There is no restriction as to the number of persons engaged in 
any dismantling necessary for the Transport Test, but only two per- 
sons will be allowed for the purposes of Transport. 

No special devices will be allowed for the Transport Test un- 
less carried as part of the equipment of the machine in flight dur- 
ing the Comp'etitions. 

This test must be passed before any flight is made in any Com- 
petition. 
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course 

All flights will he made over a triangular course of approxi- 
mately 12^ miles, the exact location of 7;hich will be announced later.- 

The Turning Points will be marked by 7/hite Crosses on the ground,, 
which each Competitor must pass on his left at a height of not more 
than 1000 feet, and at a sufficiently close range so that his number 
may be easily identified by the Official Observers* 



The "Daily Mail" £1.000 Pri ze. 

To be awarded to the Entrant of the machine which accomplishes 
the longest distance in one flight i:7ith one gallon of fuel, provid- 
ing such flight is not less than fifty miles. 

This Prize is open to all nationalities* 

Fuel 

The distance covered by the use of one gallon of fuel only 
will be reckoned. Competitors, however, will be required to finish 
each flight at Lympne Aerodrome by crossinp^ the finishing line in 
flight. No flight will count if the landing occurs outside the 
Aerodrome • 

In order to enable this to be done. Competitors will be served 
out with a measured quantity in excess of the one gallon as required 
by them. After the flight the amount remaining in the tank will be 
measured and the distance flown on the one gallon will be calculated 
pro rata, provided more than one gallon is consumed. 
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Competitors who consume less than one gallon will be treated as 
if they had consumed the whole of one gallon. 



The Sutherland £500 Prize ^ 

To be awarded to the Entrant of the machine which accomplishes 
the longest distance in one flight with one gallon of fuel, provid- 
ing such flight is not less than fifty miles* 

The Entrant and Pilot must be British subjects, and the machine 
and engine must have been entirely constructed in the British Empire* 
Fuel 

The distance covered by the use of one gallon of fuel only will 
be reckoned. Competitors, however, will be required to finish each 
fligjit at Lympne Aerodrome by crossing the finishing line in flight* 
No flight will count if the landing occurs outside the Aerodrome* 

In order to enable this to be done. Competitors will be served 
out with a measured quantity in excess of the one gallon as required 
by them* After the flight, the amount remaining in the tank will be 
measured and the distance flown on the one gallon will be calculated 
pro rata, provided more than one gallon is consumed* 

Competitors who consume less than one gallon will be treated as 
if they had consumed the whole of one g9,llon* 
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The Abdulla £500 Prize - 

To be awarded to the Entrant of the machine vrhich covers two 
circuits of the course (approximately 25 miles) in the fastest time* 
This Prize is open to all nationalities. 
The fuel allowance is not limited. 

The starting and finishing line must be crossed in flight • 



The Society of Motor Manufacturers and Traders £150 Prize, and the 
British Cvcle and Motor Cycle Manufacturers^ and Traders ^ 

Union £150 Prize » 

To be awarded to the Entrant of the machine v;hich flies the 
largest number of completed circuits of the course during the period 
of the competitions, with a minimum of 400 miles* Circuits flown 
in the other Competitions v/ill count towards these Prizes. 

The Entrant and Pilot must be British subjects, and "the machine 
and engine must have been entirely constructed in the British Empire* 

The same machine and engine must be used throughout, and parts 
will be marked to ensure this, but special tanks will be permitted, 
the fuel allowance not being limited. 
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Appendix II * 

Two-Seat er Light Aeroplane Competitions. 1924 > 
(Under the Competition Rules of the Royal Aero Club) 

Prizes 

£3,000, presented by The Air Council. 

500, presented by The Duke of Sutherland* 

150, presented by The Society of Motor Manufacturers and 
Traders- 

150, presented by The British Cycle and Motor Cycle Manufac- 
turers' and Traders' Union. 

100, presented by Captain C* B. Wilson, M-C- 

Organization 

The Competition v;ill be conducted by the Royal Aero Club, under 
the Competition Rules of the Royal Aero Club. 
Ltgbt Aeroplane 

piston 

The Competition is open to any aeroplane, the total/ displacement 
of the power plant of which does not exceed 100 cc* 
Two-Seater. Dual Control 

The aeroplane must be a two-seater fitted with dual control, and 
an airspeed indicator mast be visible from either seat. 
British Manufacture 

The aeroplane, including the engine and magneto, must have been 
designed and constructed in the British Empire. 
Fuel 

The ingredients of the fuels used must be commercially obtaina- 
ble in bulk* 
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Competitors 

The Entrant and Pilot must be British sulDgects- 
Load to be Carried 

The load to be carried, exclusive of fuel, must be made up to 
340 lb. This includes the weight of the pilot and passenger (if 
carried). If there is no passenger, the balance of the total weight 
required must be carried in the spare seat* 

The carrying of a passenger is optional, except in the Eliminat- 
ing Test "B," Demonstration of Dual Control, in which case it is not 
. permitted. 

E liminating Tests . 
The Eliminating Tests will be as follows:- 

(A) Dismantling. Housinpi: and Re-erecting >- For this test the 
aeroplane maist be presented to the Official fully erected. 

It must then be dismantled or folded in such a manner as to per- 
mit of its being completely transported in one journey, without the 
use of any extraneous tackle, over a distance of not more than 25 
yards, and placed in a shed 10 ft. in width. It must then be taken 
outside the shed and re-erect ed# 

Two persons only will be allowed to handle the aeroplane through 
out this test, and the time occupied must not exceed two hours* 

No special devices will be allowed unless carried as part of 
the equipment of the aeroplane in flight during the Competitions* 

(B) Demonstration of Dual Control . This test will consist of 
two separate flights, each of one complete lap of the course, at the 
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termination of each of which one figure of ei^t must be flown within 
the boundary of the aerodrome. 

The pilot must be alone and occupy alternately the two seats in 
the aeroplane. 

Eliminating Tests "A" and "B" must be carried out in this order, 
and must be passed to the satisfaction! of the officials before any 
flights are made in the competition proper • 

Aeroplanes rrxist be presented to the officials, fully erected, 
for the Eliminating Tests at 10 a.m. on Saturday, September 27, 1924. 
Aeroplanes not so presented will be debarred from talcing part in the 
Competition. 

The Eliminating Tests will commence at 10 a.m. on Sat\irday, 
September 27, 1924, and will be continued on the following day. 
These tests must be completed by 6 p.m. on September 28. Aeroplanes 
not having done so will be debarred from taking part in the Competi- 
tion. 

Competition . 

In order to be eligible for any of the Prizes offered, competi- 
tors must complete at least ten hours' flying in the various tests 
during the period of the competitions^ 
Prizes 

1st Prize, £2,000, presented by the Air Council. 
2nd Prize, 1,000, presented by the Air Council. 
The Prize of £2^000 will be awarded to the entrant of the aero- 
plane which shall have obtained the greatest aggregate of marks in 
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the Schedule of Tests. 

The Prize of £1,000 vjill be awarded to the entrant of the aero- 
plane which is placed second. 
Schedule of Tests 

1- Range of Speed. 

(a) High Speed. 

(b) Lo^v Speed. 

2. Getting off. 

3. Pulling up* 

High Speed 

This test will be carried out over a course, in two separate 
flights of approximately 75 miles each. 

An interval will be allowed between the two flights for taking 
in fuel and oil only. 

All flights will be made over a triangular course of approxi- 
mately 12^ miles. 

The Turning Points will be marked by T/hite Crosses on the ground, 
which each Competitor must pass on his left at a height of not more 
than 500 feet, and at a sufficiently close range so that his number 
may be easily identified by the Official Observers. 

The same line will be used for starting and finishing. Compet- 
itors will be at liberty to take off from any point on the aerodrome, 
but will be timed from the first time they cross the starting line 
in flight, keeping the Aerodrome Turning Point on their left. 

There is no restriction as to the number of attempts allowed in 
the High Speed Test provided such flights do not interfere with the 
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carrying out of the other tests* 

Competitors must hani in written notice to the Official Office 
at least half an hour before each flight is made. Competitors not 
starting -nthin fiftsen minutes of the time stated in the notice may 
be required to put in a further notice. 
Low Speed 

The aeroplane ;7ill be timed up and doim a straight course of not 
less than 500 yards. 

The width of the course for the Low Speed Test will be 25 yards, 
and v;ill be indicated by red flags placed at intervals on each side. 
The aeroplane will be considered as being on the course provided any 
part remains within the boundaries indicated by the red flags* No 
marks will be awarded if the aeroplane flies outside the limits of 
the course • 

The course must be covered twice in each direction in one flight, 
at a constant height of not more than 20 feet. The speed of each of 
the four flights will be taken and the average of the four speeds 
will constitute the performance* 

Competitors ^Till be at liberty to take off from any point on the 
aerodrome. The/ must enter the Low Speed Course within five minutes 
of their starting time. On completing the course after each of the 
first three flights the Competitors must turn and immediately re-enter 
the course. On completing the test the Competitors must land, so as 
not to interfere with other tests. The Stewards will be the sole 
judges as to whether time has been unnecessarily wasted between the 
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flights on the course, and rcay rule that no marks be awarded* 
Range of Speed 

IiQ marks will be air/arded unless the aeroplane satisfies both the 
following conditions: 

High Speed . . . Not less than 60 LI.P.H. 
Low Speed • . . Not more than 45 Li.P.H* 
Marks will be awarded for Range of Speed expressed as a percent- 
age of the Low Speed, e#g#: 

High Speed is 60 M.P.H. 

Low Speed is . . • . • 40 H« 
Range of Speed is ... 20 ri.P.H. 

Percentage, Range of Speed/Low Speed = 50^*- 
The basis of marking to be:- 

No marks for a percentage of 33 or less* 

Eight marks for every l/o over 33 and parts of \$ pro 

rata* 

Getting Off 

This test will consist of a take off, starting from rest and fly- 
ing in a straight line over a barrier 25 feet high* 

The pilot will select his o?m distance from the barrier. 

Marks will be a?;arded according to the distance from the starting 

point to the barrier, on the following basis: 

One mark for every yard by which the distance is less than 
450 yards* 

The wheels of the aeroplane will be placed on the line of start 
selected by the Competitor. The start will be a standing one* No 
assistance, launching devices or chocks will be permitted for the ac- 
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tual getting off* 

Competitors must land immediately after the attempt. 
Pallin g Up 

This test Y;ill consist of a straight landing over a barrier 6 
feet high. 

Maries will he awarded according to the distance from the barrier 

ab which the .aeroplane comes to rest, on the following basis: 

One mark for every yard by which the distance from the center 
of the barrier is less than 150 yards. 

The engine may be shut off before crossing the barrier.- 

Any form of braking device may be used provided it is carried 
throughout the Competitions. 

The distance will be measured from the center of the barrier in 
a straight line to the furthest point of contact of the aeroplane 
with the ground. Only normal straight landings will be measured. 
In the event of damage to the aeroplane which in the opinion of the 
Stewards would prevent further flight, no marks will be awarded* 
lo w Sr)eed. Getting Off, and Pulling Up Tests 

The Stewards will decide from day to day the time allotted for 
the above tests« Their decision will be announced on the Official 
Notice Board at 9.30 a.m. each day, together with the order and time 
of starting. 

All Competitors will be allowed the same number of attempts, but 
any Competitor failing to start within five minutes of his starting 
cLDie will not be allowed to start, and the attempt will count against 
him. 



TABLE I. 

TRlALif AT LVMPNE, 19,3 (SINC.LE SEATERSj. 



IW«r Uait 



ALit A 



and E^f . Ca 




Typ* 
Braced 
H^b Wing 


ItagfaM. 
094 cc 
Blackbume 


H r. •til.F.M. 
jb at 3O00 
15 at 3500 




a90 47« 


3.24 

3«-3 


15' 7* 


Ht. oa 




Ck«d. 

4' 5' 


An. 

...It. 

>4S 


Thidk 
dev. by dta^gner 


7-44 




74 






«4.4W 


A. V. Rot and 


Avro 




500 cc. 
UongM 


17 at 4000 


Ouda ai lo 1 






jB.4 


3.91 


19^ 84' 




9' 




3' 


o» 


166 


R.A.F. 15 


■0.44 




— 






i3f^S0 


A. V. Rot iMl 

vOu 


Avro 
Twot c6o 


Cantilc\er 
High Win^ 
liooopUne 


txM CC. 
Blackbume 


IS at Sfoo 


Direct 






3«'4 


4.J6 


31' 0» 


V 


9* 


30' 6» 




i» 


110 


Thick 
dev. by designer 


8.86 


34^ 






1000 


— 


De Havilland 
Aifcrmft Co. 


D.H. 53 


Braced 
Low Wing 


750 cc 
Douglas 


IS at asoo 


Diract 


310 


490 




4.06 


19' 




«• 


,t 




3* 


lao 


Thickened R.A.F. 15 
varying Ihii'hnflt 


7^ 




37$ 


59-3 


37S 


— 


douccstershire 
Aifcraf t Co. 


«- 




750 cc Carden 
(j-rtroke) 


ij at jjoo 


Direct 




440 


13-9 


4.07 


8" 




o» 


iV o* 


3* 


•I' 


108 


Thickmed No. 44 


S^ 




pBc trouble preienli 


Bd tykig. 




Short Bros. 


CM 


Braced 
High Wing 
Monopbne 




j6 at j8oo 


Chain 1.61 to I 
i-pusher 

airscrew 


360 




1 ■■■ 

ao.75 


3-«9 


jo' io' 


4' 


4' 


36' a* 


S' 


o» 


•64 


Approx. R.A.F. 14 
with step de\ . by 

designer 


7.9J 


69.oM'sha 
3M$ sS-«5 


m. 


37.5 




Air Ntvi^tion 
md Rng. Co. 


Handtsydc 


Braced 
High Wing 
Monoplane 


750 cc 
Dot^ 


15 at 2500 


Direct 


3« 




33-4 


3-7 


19' 3' 


4' 


3' 


JO* o» 


4' 


II' 


•35 


GdCtingen 433 


6.J 






6S-7 


«S8.5 


— 


Handley Page 


H.P. 


Cantilever 
High Wing 
Monoplane 


400 cc A.B.C. 


8 at jooQ 


Direct 


«74 


450 


, S6.3 


3.84 


31' 3^ 


4' 


a* 




4' 


3' 


'S> 


Na 64 increased to 
•a% c»bcr 




J5-30 




— 


375 


— 


R.A.E. Atfo 


Horriaute 


Cantilever 
High Way 
Monoplaiit 


600 cc. 
Doogfaa 


ao| at 4000 


Chain about 
a to 1 


37S 


564 




7^ 




4' 


7" 


•3* o* 


3' 


9l' 


•0 


GOttiagcn mtm. 


6.04 


4^-75 


585 




25.0 


— 




Ptjrrtt 


Braced 
Mminphnf 


750 cc. 
Sergant 


IS at 3JOO 


Single helical 
spur gear 
z\ to 1 


330 


SIS 




3-»4 


^9 3' 


S' 


6» 


3^* 4' 


4' 


9* 


•64 


Unknown thkrk 
sectKMi 


M 








— 




Cifo. Parrull nnd 
Co., Ltd. 


Pixit I. 


Braced 
Low Wing 
Moncipianf 


500 cc. 
Douglas 


13 at jooo 


ChaiB a to 1 


176 


4S7. !$•« 


4-S7 


18^ €^ 


4' 


8» 




4' 


a* 


100 


R. k M. 323 varying 
thickness 


^aa 


3^^S 




53-4 


««S 


— 


QiOw Paman and 

Co., Ltd. . 


M n. 


Braced * 
Low Wmg 
Monoplane 


750 cc 
Doiiglaa 


a6 at |ooo 


Chain a to 1 


«79 


4to 




7.^ 


i9 ^ 


4' 


»• 


if I0» 


4' 


7* 

IS. 


60 


R. k M. 322 var}'kig 
thidoiess 


3-9 


4S-9i> 


76.1 










Poocekt 


Cantilever 
High W^ing 
Monoplane 


750 cc 
Sergaot 


IS at saoo 


Single helical 
spur gear 
3) to I 


490 
4*5 


690 
6^ 


46.0 
41.6 


J.80 
a.9B 


31' <^ 
31' 6* 












H7 
aio 


Fokkcr type 




3a-6s 






75 


— 


Vickers, Ltd. 


Viget 


Biplane 


750 cc 
Do^ftat 


19 at 3400 


Chain \ to i 


390 


570 


30.0 


2.85 


17' 4' 


f 


i» 


as' 0* 


4' 


3' 


aoo 


f 

R.A.P. IS 


6.01 


3«>^S 






SO 










































49.oM*shan 


1. 






Ri^Mi Bltctric 
Co., Ltd. 


Wrto 


Cantilever 


J98 cc A.R.C. 


7 at asoo 


Direct 


13* 


4» 


60.0 

» 


a.90 


3' 


4' 


6» 


3/ 0' 


3' • 


'i' 


«45 


T. 64 varied 


9-37 


«5-49 




•7$ 


38a.s 





i 

z 

> 

n 
po 
O 
■0 

5: 

z 

o 

O 
z 



it 

< 
z 
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The Stewards may allor additional attempts in the same order, 
as time permits. 

Table II . 

Trials at Lvmpne. 1923. (Slntgle Seaters ) . 

Weight of components as of Total All-up \7t. 



Firm 


Aircraft 


Mono or 
biplane 


Total 
wings 


Total 
tail 


Total 
body 


Total 
struc- 
ture 


Total 
power 
unit 


Total 
load 
unit 


Air Nav. Co 


. A.N. E.G. I. 


M 


30.0 


2.7 


14.3 


47.0 


21.9 


31.1 


A. V. Roe 


Type 558 


B 


19.1 


3.1 


18.6 


40.8 


24.4 


34.8 


A. V. Roe 


Type 560 


M 


19.7 


3.0 


18,7 


41.4 


22.9 


35.7 


De Haviland 


D.K. 53 


M 


20.0 


4.0 


22.6 


46.6 


16.7 


36.7 


Gloucester 


Gannet 


B 


16.8 


2.5 


23.3 


42.6 


17.4 


40.0 


Short Bros. 


Gull 


M 


24.8 


3.4 


18.1 


46.3 


24.0 


29.7 


Handley Pag 


e H.P. 




29.8 


4.0 


17.1 


50.9 


11.1 


37.3 


R.A.E. Club 


Hurricane 


M 


21.0 


3.6 


14.9 


39.5 


27.5 


33.0 


Parnall 


Pixie I 


M 


14.0 


3.5 


17.3 


34.8 


27.1 


38.1 


Parnall 


pixie II 


Li 


14,6 


3.5 


17.2 


35.3 


26.9 


37.8 


Vickers 


Viget 


B 


21.6 


3.6 


18.5 


43.7 


25.4 


30.9 


Eng. Elec. 


Wren 


M 


24.7 


4.8 


19.6 


49.1 


12.5 


38.4 
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Trials at Lyr^pne, 1924, (T\70-Seat ers ) • 

T/eight of Components as ^ of Total All-^up Wt« 



Firm 


Aircraft 


Mono or 
biplane 


Total 
wings 


Total 
tail 


Total 
body 


Total 
struc- 
ture 


Total 

power 
unit 


Total 
load 
unit 


Bri stol 


Brownie 


M 


21.8 


2^1 


20.7 


44*6 


-If- n i 

15.7 


39.7 


Cranwell 


Cranwell 


B 


19 .6 


4.0 


19.8 


43 .4 


16. 5 


39.1 


Beardmore 


V/ee Bee 


11 


20*9 


2.4 


21.3 


44.6 


15-9 


39. 5 


Westland 


V/ood Pigeon 


B 


18.1 


2.7 


20.0 


40.8 


16.0 


43.2 


West land 


V/ idgeon 


M 


15»6 


2*6 


29*8 


48.0 


14 #1 


37.9 


Air i\iav»L/0' 




HIT 


on c 
cU' b 




i r . 5 




18 . 2 


40. 8 


Snort Bros* 


saxeiiite 




on "7 


o . 4- 




51 • O 


13. 4 


35. o 


Supermarine 


Sparrow 


B 


<oO • 1 


o . 1 


14. O 


4U.8 


19.9 




A- V. Roe 


Avis 


B 


19.2 


2-4 


27.1 


48.7 


14.4 


36.9 


Blackburn 


Blue Bird 


B 














Hawker 


Cygnet I 


B 


16.5 


3.2 


12-8 


32.5 


20.5 


47.0 


Hawker 


Cygnet II 


B 


16.8 


3.3 


13.1 


33.2 


18.6 


48.2 


Vick-ers 


Vagabond 


B 


20. a 


2.7 


20.0 


43.5 


17.5 


39.0 


Pamall 


Pixie III 


11 


18.3 


3*8 


16.5 


38.6 


19.0 


42.4 


Parnall 


Pixie Ilia 


B 


23.8 


3,5 


' 15.4 


42.7 


17.8 


39.5 


Bristol 


Bristol Fig 
F.28 


titer 

B 


13.3 


1.85 


12.2 


27.35 


45.1 


27 



V 

c 



I TABLE III. 

TRIXLS AT LVMP.VE, (TWO-SKATERS). 



Reliabihty. 



Coatr^cior. 

Bristol Aircraft 
Co. 


Aircraft. 

Brownie f. 


Type. 
Cantilever 
Low Wing 
Monoplane 


1 100 c.c. Cherub 


H r *t u.v.u. 
^2.2 at jjoo 
J5.5 at jsoo 


I'rop. Dnvt. 

Oirtvt 


LU Wt. 
Empty. 

5<» 


LU. Wt. 

L0Mi«l. 

862 


• 

ifU. H.r. 
2b.8 

33-9 


1 

1 

Lb*./ 
•4. ft 

4-»3 


L«Bfth 

Ormll. 
2b' 


Oiovad. 

& b" 


Spiin. 
J" / 


Chord. 
I)' 0" 


Aim 

»Q. ft. 
204 


Based on 
R.A.F. 15 


iutio. 
0.0 


Is 


ia 

66.02 


L 

iSai 

3»-73 


26.46 
27.J9 


^'5 


J 

? « 

102, h 


Hour* 
Flown. 

'0-375 


Flowv. 


Bribto^ Aircraft 
Co. 


Brownie J J. 


Cantilever 
Low Wing 
Monoplane 


I joo c.c. Cherub 


at 3100 
J5.5 at 2500 


Direct 


500 


»73 


27.3 
34-3 


4-55 




26' 


3' 


bf bP 


34' 


7* 






19* 


Based on 
R.A.I«. 15 


6.0 


— 


— 


— 


— 


— 


— 


— 


— 


CranweU Aero 
Club 


Cranwefl 


Biplane 


1 100 c.c. Cherub 


32.2 at 3200 


Direct 


5«5 




30.5 

38.5 


3.78 


ay 


b' 


f %' 


12' 


S'b 


5' 

4' 


O'B 




No. 64 


5.36 













99-4 


17.889 


7^.5 


U'. Bcardniore 
and Co., Ltd 


Wee Bee 


Braced 
High Wing 
Monoplane 


1 100 cc Cherub 


32.2 at 3200 
25.5 at 2500 


Direct 


402 


837 


20.0 
3a.8 


ft. 01 

1 


22' 


2' 


5' 




o»~ 


"7 


o» 




Shackleton 
.0732 icamber 


7.6 


7V).i I 






79-37 


39.66 


30-45 
39-7" 


235 


"^4 


1 1.912 


737-5 


W estland Air- 
craft Works 


Wood Pigeon 


Biplane 


1 100 c.c. Cherub 


32.2 at 3200 
J5.5 at 2500 


Direct 


440 


780 


24.2 

30. H 


3.88 


icy 


b' 


7' 0'' 


12' 

22' 


9' 

(1* 

J 


3' 

3' 


8» 

8» 


201.5 


No. 64 


0.15 




58.96 










2.5*8 


»*5 


VVestland .Air- 
craft Works 


Wk%coo 


Paraaol 

Monoplane 


1 100 C.C. Cherub 


32.2 at 3200 
25.5 at 2500 


Dnrect 


475 




27.8 
35- » 


4-8i 


21' 


0' 


b' 11' 






4' 


9' 


186.4 


.\irscrew Xo. 4, 
R. A .M. 322 


h.46 


— 




— 


— 


— 


— 


— 




Air Navigation 
and Eni;:. Co. 


.\.N.E.C. II. 


Braced 
High Wing 
Monoplane 


1 100 c.c. \'-t\vin 
in%erted .Anzani 


31 at 3000 


Direct 


4tio 




26.8 


3-95 


20^ 


8» 


8* 




o» 


5' 


o» 


210 


Shackleton 
.0732 camber 


7.6 


— 


— 


— 


— 


— 


— 


— 


— 


Short Bros. 


Satellite 


Normal 
Cantilever 
Monoplane 


1100 cc. Cherub 


32.2 at 3200 
25.5 at 2500 


Direct 


(140 


1014 


3'-5 
39-8 


4.82 


*3' 


9' 


5' ^' 


34' 


o» 


5' 




211 


R.A.K. 15 to 
Glenmartin 4 


6.2 










— 








Supermarine 
Aviation \N'ork» 


Sparrow 


Biplane 


1 100 ( .1 . radial 
Blackburn 


32 at 3000 
27 at 2700 


Direct 


531 


905 


i8.3 
33-5 


2.87 


2 V 


0' 


7' 3' 


ix' 


h^B 


3' 


8*T 


3»^ 


Sloane (top), 
A.D.I. (bottom) 


7.4 


















A. V. Roc and 
Co. 


Avis 


Biplane 


1 100 c.c. Cherub 


32.2 at 3200 
25.5 at 2500 


Geared 2 to 


• 550 


920 


28.b 
3b. 1 






0" 


9' 0* 




0»T 

l)*K 


4' 


f>»T 


330 


No. 64 


h.7 


















Blackburn Aero- 
plane and Motor 
Co. 


Bluebird 


Biplane 


1100 c.c. radial 
Blackburn 


32 at 3000 
27 at 2700 


Direct 


5«> 


875 


^7-3 
3^-4 


307 


21' 


8" 


f lo'i" 


28' 
28' 


O^T 
0*B 


4' 


«)'» 


284.6 








_ 














Hawker Eni;. 
Co. 


Cygnet 1. 


Biplane 


1 100 c.c. Anz.ini 


35 at jNxj 
31 at yun, 


Dirn t 


380 


750 


21.4 
34.2 


3-.S^ 


20' 


- » 




28' 


u " I; 


4' 




213.2 


M/80 Loening 






71.23 


43-95 


27.28 


a6«i 


66.7 


8.382 


400 


Hawker Eng^. 
Co. 


Cygnet II. 


Biplane 


1100 c.c. A. B.C. 
Scorpion 


35 at 3^xx) 
31 at 3000 


Direct 




755 


JI.6 
a4-4 


3-55 


20' 




h' h» 


2H' 

•^3' 


O^T 
0*11 


4' 
2' 


h'B 


^13.2 


M/Bo Loening 


5«5 




7«-3« 


37.4a 


3389 


^50 


72.66 


10.4123 


475.0 


Vickcrs 


Vagabond 


Biplane 


1 100 c.c. Cherub 


32.2 at 320U 
25.5 at 2500 


Geared 2 to 


1 4^ 


887 


27.6 
34.8 


3-»5 


22' 


0" 


—7' lO* 


28^ 

28' 


O^B 
0*T 


4' 

4' 




<8j 


R.A.F. 15 


6.22 


— 




— 




fi— 


— 






Geo. PamaO and 
Co. 


Pixie III. 


Braced 
Low Wing 
Monoplane 


1100 c.c. Cherub 


32.2 at 3J00 
'25.5 at 2500 


Diitct 


463 


83' 


25.8 
3i.(' 


5-«5 


21' 




0" 


3^' 


5'~ 


2' 




161.5 


R. 4 M. 321, 
Airscrew 1*4 


7.0 




— 


— 


— 


— 


■ — 






Geo. PamaUand 
Co. 


Pixie Ul.a 


Biplane 


1 100 c.c. Cherub 


32.2 at 3200 
25.5 at 2500 


Direct 




8.JI 


^7.7 
35*o 


3-4 


21' 


y 


♦1' y 


3^' 


8*T 
5'B 


2' 




262.5 


R. A M. 322. 
.Airsrrcw 1-4 
bottom 8 


7.0 
7-3 


















Geo. Pamall and 
Co. 


Pixie 1 1 La 


Biplane 


1 100 c.c. radial 
Blackburn 


32 at 3000 
27 at 2700 


Geared 


55^ 


920 


28.r 

34- < 


3-5 


2\' 




b' 3' 


'5' 
3*' 


8»T 

5'B 


2' 


Hi' 


262.5 


Top plane . 
unknown 


7.0 
7.3 






n.22 




301 


70 


io.7tH 


450 



0 

z 



90 

O 



O 
-4 

mm 

H 

O 
X 



z 
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Table IV . 
Air Mini stry Co mmercial Air Trials . 
Martlesiaam, 1920. 



Getting Off i Linding 





Firm 


Aircraft 


Engine j Yards 
HP 1 Run 


H3ight 
in ft. 


Height 
in ft. J 


Yards 
Run 




''Handiey Page 


W.8 


2x450 


275 


74.1 


50 


263 


Large 
Aero- ^ 
planes 


Vickers 

Central Air- 
^ craft Co. 


Vimy Cor^- 
mercial 

Centaur 


2x350 
2x160 


275 
275 


26.45 

0 


50 
50 


308 
281 




'^Austin Motor 

COt 


Kesxrcx 


160 


175 




bU 


OAA 


Small 

Aero- ^ 
planes 


Bristol Aero. 
Co. 


S30 Sid- 
deley 
230 Puma 
Siddeley 


230 


175 


19.27 


50 


313.5 




West lands 


6-SeateT 


450 


175 


22.75 


50 


235 




A^ V. Roe 


Trip lane 


230 


175 


1.18 


50 


239.1 




Sopvrith Avi- 
ation 


Antelope 


200 


175 


23.0 


50 


187.7 



N.A.CA. Technical Idemorandum No. 297 



31 



Table V . 

Summary of Air Meter Readings taken at Lymone Aerodrome 
During the Light Aeroplane Trials. 9-39-34 - 10-4-34 . 



Date 


T i rne n 

Observation 


Direction 


cue 

■l.p.H. 


9-29-24 


10,00 


s. 


16.4 




10.03 


s. 


15.4. 


10-1-24 


9.30 


S« E • 


4.6 


II 


9.35 


S.E. 


5.8 


11 


11.21 


3« £ • 


9.3 


II 


11.24 


S« E« 


8.3 


fi 


11.50 


S» S» E« 


9.3 


11 


11.53 


S • E • 


8.9 


II 


13.13 


s.s.w. 


9.3 


11 


12.15 


s.i;?. 


9.3 


It 


14.59 


s- 


8.8 


If 


15.03 


S.¥. 


9.4 


11 


16.01 


S.3.W. 


7.3 


11 


16.03 


s. 


6,6. 


It 


16.37 


s. 


6.4 


If 


16.41 


s.v/. 


5.6 


11 


17.34 


S* '* * 


4.4. 


11 


17.40 




4.6. 


10-2-24 


9.15 


n.t;. 


1.5 


11 


9.18 


N.W. 


3.1 


n 


10.07 


W.N.V/. 


5.3 
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Table V (ContO 

Suir-iary of Air Ileter Readings Taken at Lyrp n e Aerodrome 
Durir.g; the Lit^ht Aeroplane Trials. 9-39-24 - 10-4-34 . 





Time of 

VjUiDwX VCL UJuVJli 




Speed 
li. F . H. 






11 • i« • 


5.3 


II 


10. 44 


W. N.W- 


2.9 


II 


10.48 


¥. 


1.6 


II 


11#43 


s. s»w. 


4.0 


II 


11.47 


S . '/ * s* 


3.3 


II 


12.30 


S* E • 


4.3 


11 


13.33 


S*E# 


5.2 


II 


13.15 




4.6 


II 


J- w . JUO 


3 • E ♦ S • 


5.2 


II 


J. W . *xc/ 




3.6 


If 




Vi • i\ • II • 


4.1 


10-5-^4 


Q AD 


Lt • 


R.l 


If 


O . 




r^-4 


II 


Q AO 


Q Q TT 
C • O « ill . 


o • o 


II 


9.51 


S • E • 


8.2 


II 


11.10 


S« S.E. 


6.8 


If 


11.13 


S-S.E. 


6.8 


II 


11.49 


S'S.E. 


7.1 


11 


11.52 


S» S.E » 


7.2 


tl 


12.31 


S . E • 


9.8 


If 


12.34 


S.E. 


9.2 
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Table V (Cont. ) 
Sumnarv of Air I^Ieter Regdlngs Tiken at Lvmpne Aerodrome 
During the Light Aeroplane Trials. 9-29-34 - 10--4-24 . 



Date 


i line oi 
Observation 


Direction 




10-3-24 


13.45 




7.0 


II 


13.48 


S« E. 


5.8 


H 


14.41 




7-5 


II 


14.44 


S-E- 


7.2 


II 


15.55 


S* E . 


4.6 


n 


15.58 


S* E . 


5.0 


II 


17.30 


E. 


2.9 


II 


17.33 


E. 


2.0 


10-4-34 


9.02 


E • S • E • 


5.0 


II 


9.05 


S.E- 


5.3 

»;• 


II 


9.57 


S'S'E. 


7.3 


ir 


10.00 




6.2 


tl 


10.31 


S* E» S« 


3.9 


II 


10.34 


S'E. 


4.7 


II 


10.55 


S* S*E« 


4.3 


II 


10.58 


s. 


4.9 


II 


11.10 


S.E. 


4.0 


II 


11.13 


s. 


3.7 



